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DIESEL RAILWAY TRACTION 


The September issue of this RAtlWay GAZETTE 
publication, illustrating and describing developments 


in Diesel Railway Traction, is now ready, price 2s. 


Sir Eustace Missenden on Railway Progress 
V ERY broadly, modern railway history in Great Britain 
may be divided into three main phases: the period 
up to 1923, which included the first world war, during 
which there were up to 123 railway undertakings, many 
of them highly competitive; from 1923 to 1948, when 
the four group railways were in being and for much of 
the time engaged not only on bringing into effect the 
re yrganisation made possible by the “amalgamations, but 
so of making good the ravages of the war of 1914-18 
a " process not really completed by 1939, and the onset 
of the second world war; from 1948 onwards when the 
nationalised transport system has been in being. During 
the second of these periods great economies in working 
expenditure were effected—between 1923-38 it was re- 
duced by £23,000,000 a year—and some £450,000,000 
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was laid out on works designed to improve facilities or 
help to reduce working costs. Since January 1, 1948, 
when the four group railway companies became one State 
undertaking, the process of unification and development 
was recommenced, but, as Sir Eustace Missenden, the 
Chairman of the Railway Executive, pointed out in an 
article contributed to The Sunday Times last weekend, 
the present difficulties are much greater than previously 
because of the general economic position of the country. 
Capital for development works has been practically non- 
existent and the resources for rehabilitation painfully 
small. Government policy has been responsible to a very 
large extent—coupled with physical difficulties such as the 
short supply of manpower and materials—for the relative 
slowness of overtaking arrears of maintenance resulting 
from the recent war, and the bringing into being of new 
development works. Sir Eustace Missenden states quite 
frankly: “ Obviously, the general condition of the railways 
now cannot match that of 1939.” Nevertheless, he gives a 
number of examples of the manner in which improve- 
ments have been effected since British Railways were 
formed. 


Volume of Business Still Above Pre-War 


re" ED punctuality, the restoration of a number of 

travel facilities, including excursions, and better freight 
services are quoted as instances. The Chairman of the 
Railway Executive points out that the general volume of 
railway business is still above that of pre-war, and that 
it is not always possible to avoid overcrowding at times 
of maximum demand. He adds that the technical work 
of unifying and shaping British Railways is being pushed 
rapidly ahead. Very considerable progress has been made 
in the last 2} years which will be of lasting value. He is 
also optimistic that, despite the shortage of physical re- 
sources, it may be possible to complete the job far more 
quickly than it took after 1923. Sir Eustace Missenden 
emphasises that in a number of cases, such as track and 
rolling stock, the developments in hand are designed to 
effect savings in maintenance costs. In view of the great 
importance of securing the maximum economy on the 
railways, in the light of their present financial position, 
it is to be hoped that the Government will awake in time 
to the long-term improvidence of restricting unduly the 
amount of capital investment available for so essential 
a part of the nation’s transport system. 


Mr. C. M. Cock 


N R. C. M. COCK, who has relinquished his position 

of Chief Electrical Engineer, Railway Executive, to 
become General Manager of The English Electric Co. Ltd., 
Traction Department, and has also been elected a member 
of the board of The English Electric Export & Trading Co. 
Ltd., is expected to play a leading part in the company’s 
increased activity in the electric and diesel-electric traction 
export market. Mr. Cock is a man of energy and resource 
who has well earned the distinction he has achieved as a 
result of his wide experience of railway electrification in 
India and Australia, as well as in the United Kingdom. 
He was born in Australia and after early experience with 
the Victorian Government Railways, he joined the staff of 
Messrs. Merz & McLellan, the well known consulting 
engineers. While with that firm, he acted as Personal Assis- 
tant to the Chief Resident Engineer on the electrification 
of the Melbourne suburban lines and later went to India 
aS a supervising engineer on various G.I.P.R. and B.B.C.L.R. 
electrification projects. In 1945 he joined the Southern 
Railway and became Chief Electrical Engineer. During the 
two and a half years he has been Chief Electrical Engineer 
to the Railway Executive, Mr. Cock has been concerned 
with the planning for electrification extensions, new types 
of electric and diesel-electric locomotives, and the change 
from 25 to 50 cycle frequency in the supply of electrical 
energy for traction in the London area. He took a leading 
part in the recent Electric Traction Convention of the 
Institution of Electrical Engineers. 
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New Powers for British Transport Commission 
HE British Transport Commission Act, 1950, is largely 
concerned with more or less routine matters such 
as empowering the Commission to construct works, 
acquire land, or extend the time for the compulsory pur- 
chase of land or the completion of works. There are in 
the Act, however, some clauses of more general interest. 
The penalty to be imposed for avoiding the payment of 
fares on the railways of the Commission is_ increased 
from 40s. to £5. The Commission also is empowered to 
dispose of its shares in the Buxton Palace Hotel Limited. 
Special provision is also made to enable the Commission 
to manufacture and sell to the Ulster Transport Authority 
any railway equipment required by the U.T.A. 
railway undertaking. This provision ts 
tive and has reference to the Northern Counties line ot! 
the Authority which it acquired from the Commission 
in April, 1949. It will enable the Commission to supply 
spare parts or accessories needed to keep in service loco- 
motives or rolling stock included in the transfer of 
ownership. 


for its 


made retrospec 


Overseas Railway Traffics 
URING the fortnight ended August 20, there was a 
£5,250 improvement in Antofagasta (Chill) & Bolivia 
tratfics, which brought the aggregate receipts for 1950 up 
to £2.024,684, though the total is still £168,150 below that 
for last year Receipts for the first week, which were 
affected by a one day holiday on the Bolivian section, were 
£8,960 lower at £60,850, and the overall advance for the 
two weeks was accounted for by trathcs for the week ended 


August 20, when receipts were £14,210 higher at £76,289. 
Aggregate receipts of the Paraguay Central for tne first 
seven weeks of 1950-51 have improved by G269.165 to 


G1.254.591. During the two weeks ended August I8 there 


were advances by G38,952 and G25,343 over results for 
the equivalent weeks of last year. Midland Railway of 
Western Australia receipts for the financial year 1949-50 


amounted to £379,942, as compared with £350,879 in 1948 
49: there had been a £5,305 increase during June. 
The Future of the Great Northern Railway (Ireland) 
A! last there seems to be good reason for expecting the 
early announcement of an_ inter-Governmental 
scheme for the future of the Great Northern Railway ot 
Ireland. The Ministers of Industry & Commerce of both 
Northern Ireland and the Irish Republic met in Dublin on 
August 22 “for discussion of questions relating to the 
G.N.R.” They will report the results of the meeting to thei 
Governments. A comprehensive report on the G.N.R.(I.) 
has already been prepared by Major F. A. Pope, Chairman ot 
the Ulster Transport Authority and Mr. J. C. Courtney. 
Chairman of Coras lompair Eireann, and was submitte? 
to the two Ministers last April. The board of the G.N.R.(1.) 
informed stockholders recently that the results of working 
for the half-vear ended June 30 showed a loss of £178,537 
The announcement expressed the opinion that the negotia- 
tions between the two Governments might be deferred in 
the expectation that insolvency of the company would 
make it possible for it to be acquired for a nominal sum 
The solution of the problems facing the G.N.R.(1.) will be 
difficult, as about two-thirds of the railway mileage ts in 
Northern Ireland. 





Railwaymen’s Pensions 
REALISTIC view of the unlikelihood of pensions 
being granted in the near future to all grades of 
railwaymen is taken by a contributor to The Railway 
Review, who signs himself “ Old Brightonian.” After ex- 
plaining the working of the old London, Brighton & South 
Coast Railway pension scheme, he asks, very pertinently, 
“If 5,000 men cost £27,000 a year, where are the hopes 
of three-quarters of a million men ever receiving a pen- 
sion from British Railways? It would wipe out the 
revenue totally.” He adds that pensions of the pre- 
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grouping companies are “slowly but surely being ester- 
minated because of their traffic cost to British Railvays 
Executive.” His advice to his fellow railwaymen 1s at 
least a good deal more practical than that of those who 
are urging the institution of a national railway pension 
fund in present circumstances. It is: “Stop asking for 
the moon, and use your energies to increasing the retira 


pension under the National Health Insurance for all 
workers.” That, of course, would result in a further 
additional cost not only to the railways, but throughout 


industry. 
U.S.A. Railway Capital Expenditure 
T HE extent to which American railways today are specu 
lating on the future in their capital expenditure on 
new rolling stock and other improvements has no previous 
parallel in the history of that country. From 1946 to 
1949 inclusive the heavy expenditure on new locomotives 
and wagons was explicable by the need to make good the 
depreciation of the war period and the depression which 
preceded it. The flow of purchasing was beginning to 
slacken in 1949, but in 1950 it is Once again in spate. In 
the first six months of 1950, indeed, orders have been 
placed by U.S.A. railways for 1,164 diesel-electric locomo- 
tives, at a cost of $165 million, and for 38,280 bogie freight 
wagons, at a cost of $198 million The Railway Age 
calculates that, whereas in the depression vears from 
to 1940 American railways made $111 of purchases 
$100 of net operating income, and that during the 
five war years the figure declined slightly to S106, fron 
1946 to 1949 inclusive it has risen to no less than $ 
vhile in 1950 the process is continuing if not accelerating 
It is being assisted by a kind of lend-lease arrangement 
under which, as mentioned in an editorial note in ou le 
oi July 14, the large financial houses are providing capital 
for these purchases—which emphasises their faith in the 
future of the railways. 


every 


Gas Turbine Progress in U.S.A. 


OUR separate experiments in gas-turbine 
in locomotives are now being made in the United 
States. The first locomotive to take the road has been 
the Alco/G.E. 4,500-b.h.p. unit; this ran 27.863 mile 
mostly on Union Pacific lines, to November, 1949, and 
ifter remit to the makers for inspection and mino 
modifications has returned to the Union Pacific 
further On diesel fuel oil, this unit has proved 
more expensive to run than a diesel-electric unit of co 
parable power, but with Bunker Coil the comparison 
been much more even. The deposit of carbon on nozzles 
given some trouble and improved combustion tube 
caps and liners have now been fitted: otherwise the 
motive has given trouble-free despite the high 
power output required in working up long and hea 
The second experiment is a 4,000-b.h.p. gas-tu 
unit, produced jointly by Westinghouse and _ the 
Lima-Hamilton Corporation, now nearly ready, with free 
piston gas-turbine equipment; the third is a 3,750-b.h.p 
unit to be built by the Baldwin Locomotive Company, 
with Elliott gas turbine, for the Atchison, Topeka & 
Santa Fe. The fourth is a power plant built by the 
Allis-Chalmers Company, embodying the Houdry gus 
turbine, using pulverised coal, which is now under test: 
this will be built into a 4,200-b.h.p. locomotive by the 
American Locomotive Company 
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A Santa Fe Focal Centre 
HE Atchison, Topeka & Santa Fe system is the longest 
between extremities in the United States, stretching 
from Chicago to San Francisco, Los Angeles, and San 
Diego on the Pacific Coast, to Galveston on the Gulf of 
Mexico and to El Paso and Presidio on the Mexican border. 
It is also remarkable in that it is exceptionally self-con- 
tained, nearly 75 per cent. of its normal freight tonnage 
originating on its own lines, and about 65 per cent. terminat- 
ing on them. Recent reports stated that States served b\ 
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this railway produce no less than 63 per cent. of the entire 
United States wheat and also a large percentage of other 
agricultural produce. In keeping with these facts the rail- 
way owns over 79,500 wagons, and the average haul of a 
ton of freight over it is considerably more than 500 miles. 
Ajmost all the Santa Fe traffic between Chicago and the 
Pacific and Gulf ports and the great central network of lines 
has to pass through Kansas City, as the map on page 236 
In fact, its heaviest-traflic freight yard, Agentine, 
is situated there: it handles interchange traffic between 
twelve connecting routes, and in all some 4,000 wagons a 
day are dealt with at peak periods by the new 56-line hump 
yard deseribed elsewhere in this issue. 


shows 


Train Acceleration in France 
RASTIC accelerations in the South Eastern Region 
of the French National Railways between Paris and 
Dijon are the result of electrification between Paris and 
Luroche, to be inaugurated on October 8; this will com- 
plete the second phase of the Paris to Lyons electrifica- 
tion project, of which the first phase, from Laroche to 
Dijon, resulted in the accelerations in the summer time- 
table in May. Details given elsewhere in this issue show 
far-reaching effects: Marseilles 536 miles, will be brought 
within nine, and Nice, 676 miles, within thirteen hours 
of Paris, and several expresses will be allowed 190 minutes 
for the 196-mile electrified section from Paris to Dijon: 
il! classes of passenger and freight train will be corres- 
pondingly accelerated, and redeployment of steam motive 
power will facilitate heavier trainloads on other parts of 
the Region. For a combination of speed and intensity 
of electrically hauled passenger and goods traffic over a 
comparable distance, the only parallel is probably the 
195-mile electrified section of the Pennsylvania Railroad 
between New York and Harrisburg. 


Diesel Railcars on Colombian Railways 

ke ARLY reports of the working of the four British-built 
+4 diesel railcars supplied to the Colombian State Rail- 
ways indicate that they have exceeded the performance 
them and have shown themselves capable 
of negotiating gradients as steep as | in 22 in top gear 
(low ratio) at a speed of 50 km.p.h. The normal speed 
permitted in actual service is 45 km.p.h. Built by D. 
Wickham & Co. Ltd., Ware, and described in detail in 
Diesel Railway Traction for December, 1949, the railcars 
Were supplied in two pairs, one for the Pacific Railway 
ind the other, somewhat more powerful on account of the 
severer working conditions, for the Girardot-Tolima-Huila 
Railway. The design of the railcars, which were required 
to operate from sea level up to 9,000 ft., through wide 
Variations in temperature and on severe gradients and 
curves of small radius, necessitated light weight, a high 
power: weight ratio, and an efficient cooling system. The 
welded tubular steel construction helped substantially to 
provide the answer to the first two of these require- 
ments, and in running up the grades the special cooling 


expected of 


system kept the three engines to within two or three 
degrees of the correct running temperature. In descend- 
ing the grades the Westinghouse brake gear has proved 


itself more than adequate for easily controlling the cars. 


Multi-Lingual Announcing 


it has long been the custom, not only in this country 

but elsewhere, at places where the traffic is of an 
international character, to exhibit essential announcements 
in more than one language, the foreign tongues being 
selected to give a reasonable certainty that the majority of 
pas engers are able to find their way about with no appreci- 
ble difficulty. In countries also where more than one lan- 
suage is used, as in Switzerland, this dual, or even triple, 
form of wording announcements is met with. With the 
introduction of loud-speakers for giving advice to pas- 
sengers the desirability of following the same _ principle 
yecame evident and in this issue we publish details of an 
nstallation at Parkeston Quay, Harwich, using the mag- 
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one 


netic tape recording system to broadcast a selected range 
of announcements commonly required, with, of course, 
facilities for making special announcements, as needed. 
English, Dutch and German are used for the main Con- 
tinental services and English and Danish for the Scandin- 
avian. Visitors from Sweden or Norway would understand 
Danish, even if, which is little likely, English was unknown 
to them. These arrangements should find application at 
many places, especially overseas, where frontier formalities 
are involved. 


British Transport Commission Traffic Receipts 


OR the four-week period to August 13, advance figures 
for the principal traffic receipts of the British Trans- 
port Commission show an increase of only £663,000 (or less 
than 2 per cent.) above receipts for the preceding period, 
and of £1,754,000 (or some 4 per cent.) above the total 
of the corresponding period of 1949; for the 32 weeks 
to date, this year’s aggregate exceeded last year’s by 
only Il per cent. 

British Railways receipts for the period slightly exceeded 
those of 1949, but the rise was confined mainly to coal 
(24-6 per cent.), minerals (18-9 per cent.) and merchandise 
and livestock (15:7 per cent.); if increased coal and 
mineral production is taken into account, this is plainly 
due to the rate increase in May; railway parcels receipts 
rose only 7 per cent. compared with last year, and pas- 
senger receipts fell by 6 per cent. Compared with 1948, 
when public spending power was greater and petrol was 
rationed, passenger receipts for the corresponding period, 
which includes the passenger traffic peak of the year, 
fell by 10 per cent., and those for the year to date by 
nearly 15 per cent. The advance figures, however, can 
be interpreted only in the light of tonnages and passenger 
journeys. which will not be available for another month. 


Four weeks to Aggregate to 


August 13 August 13 
Incr. or incr. or 
decr decr 
1950 1949 1950 1949 
£000 £000 £000 £000 £000 £000 
British Railways 
Passengers 13,008 13,864 856 67,680 72,294 4.614 
Parcels, etc., by passen- 
ger train 2,497 2,323 174 =18,255 17,687 568 
Merchandise & livestock 6,041 5,220 821 51,629 49,696 1,933 
Minerals 2,284 1,920 364 19,266 18,009 1,257 
Coal & coke 5,193 4,167 1026 45,382 41,473 3,909 
29,023 27,494 1,529 202,212 199,159 3,053 
Road Passenger Transport 
Provincial & Scottish 
Buses, coaches & trolley- 
buses 3,878 3,593 285 23,097 21,710 1,387 
London Transport 
Railways 1,074 1,080 6 8,756 8,870 114 
Buses & coaches 2,468 2,500 32 =: 19,036 19,341 305 
Trolleybuses & trams 80! 830 29 6,524 6,734 210 
4,343 4,410 67 34,316 34,945 629 
Inland Waterways 
Tolls 55 46 9 451 417 34 
Freight charges, etc 63 65 2 522 517 5 
118 il 7 973 934 39 
Tota 37,362 35,608 1,754 260,598 256,748 3,850 


These considerations apply also to London Transport: 
but it is significant that all forms of London Transport 
show decreased: receipts compared with 1949, in respect 
both of the four-weekly period and of the year’s aggregate 


to date. Compared with the preceding period, only rail- 
ways and buses show increases; that of London Trans- 
port railways is slight, and both are largely seasonal. 


Compared with 1948, London Transport receipts fell by 
3:2 per cent. for the period under review, and by 2:6 per 
cent for the aggregate of 32 weeks. 

In view of an increase of some 10 per cent. during 
the past year in the fleet of the B.T.C. road passenger 
undertaking, the increase of only 8 per cent. in its takings 
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over the comparable period of last year, and of 6 per 
cent. for the 32 weeks, is disappointing; but until the 
detailed statistics are available, no conclusion can be 
drawn, or even comparisons with other provincial road 
passenger undertakings. In inland water transport, where 
comparison with last year can properly be drawn, the 
results show a steady increase over last year; it would 
be premature to draw any conclusion without analysis 
of the nature of the traffic, but the generally 
reflects increased industrial production. 


increase 


PERCENTAGE VARIATION 1950 COMPARED WITH 1949 
4 weeks to 32 weeks to 
August 13 August 13 
British Railways 
Passengers 6:1 6:3 
Parcels 7-4 3-2 
Merchandise & livestock 15-7 3-8 
Minerals 189 6-9 
Coal & coke ‘ 24-6 9-4 
Tota 5:5 1-15 
Road Passenger Transport 7-9 6:3 
London Transport 
Railways 0-5 2 
Buses & coaches 1-2 1-5 
Trolleybuses & trams 3:4 3:1 
Total 5 1-8 
Inland W r 6:3 4-| 
Aggregate 3-8 ! 
Development of the Swedish Railways 


ORE frequent and regular and faster trains for both 

passenger and goods traffic advocated as basis of future 
policy. In a survey of transport problems in a_ special 
number of the Swedish journal Teknisk Tidskrift, entitled 
* Means of Transport.” B. T. BjOrkman predicts that rail- 
ways in general will, of necessity, have to follow a policy of 
more frequent, more regular, and faster, if shorter, trains, 
for both passenger and goods traffic. To achieve this, there 
will be a constant endeavour to reduce the dead weight ot 
the vehicles, for example by using light metal alloys and 
lighter construction systems. The introduction of express 
goods trains with an overall speed of 50-55 m.p.h. along 
the * backbone ” line of the Swedish State Railways from 
Malmo to Boden (a journey of 26-28 hr.) is instanced as a 
pointer in this direction. 

Another contributor, Nils Gudmundsson, of the Swedish 
State Railways, is more specifically concerned with the 
development and future prospects of the Swedish Railways. 
Unlike conditions in many other countries where the 
development of the railway system was almost complete by 
the turn of the century, there has been a_ considerable 
development of the Swedish railway system during the first 
half of this century; so much so, that the total length of the 
railway system has increased from 11,303 km. in 1900 to 
the present figure of 16,650 km. Many of the * new ™ lines 
have been built in less populated regions, either for over- 
riding national reasons or to weld the system together more 
effectively. In consequence, Sweden now has the greatest 
railway mileage per head of population of all European 
countries (2:5 km. per 1,000 inhabitants). 

The recent development of Swedish railways has been 
characterised by further electrification and a rapidly pro- 
gressing absorption of privately-owned railways into the 
State Railways system. The nationalisation of the Swedish 
railways was fostered not so much for political motives as 
by the desire to achieve greater integration and rationalisa- 
tion. In contrast to many other railways the Swedish 
State Railways are stated to be enjoying a period of com- 
parative prosperity. 

Discussing the future prospects of Swedish railways Mr 
Nils Gudmundsson looks forward to further technical 
improvements, especially in permanent way and rolling 
stock, to obtain higher speeds. A further programme of 
electrification and of double-tracking important sections ot 
main lines is pending. It is also intended to convert some 
narrow-gauge lines to standard gauge. In addition, plans 
have been mooted for a new line along the Baltic Coast. 
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Mozambique Port and Railway Extensiors 


PART from the work arising from the recently-c 
cluded Anglo-Portuguese convention relating to 
port of Beira, much activity is being shown by the Po: 
guese colonial administration in the development of | 
and raliway facilities in other parts of Mozambique. 


An article tracing the history of the railways of ine 
l 


territory appeared in our September 10, 1943, issue. A 


Lourengo Marques, the chief port and capital of the 
colony, which already has 12 deep-water berths forming 
a mile of quays, three additional wharves are well in haad, 


more modern cranes are being installed and an extens.ve 


marshalling yard is being constructed. The cargo hand!.n 
capacity of the port will be much increased, and it | 
be able to cope with a large volume of tratlic from Cen 
African territories, in addition to that of its present hi 
land in the Transvaal. Whether the railway connec 
with the Rhodesian system will be made by 


improving 


the existing line from Komatipoort to Beitbridge and filling 


in the gap between Beitbridge and West Nicholson, o 
linking Guija, on the Limpopo, with Fort Victoria 
Shabani, it seems inevitable that it will be made. 

The Portuguese appear to consider that the Guija route 
which they are already engaged in extending in the 
direction of the Southern Rhodesian trontier, is 
likely alternative. 


gen 


As the extension of the Guija line no 


the more 


wards is intended eventually to form part of the trunk 
route to connect Lourengo Marques with Beira, a link 
between this route and the Rhodesian system would 


eventually enable traflic to and from the Central Afric 


territories to be hauled by rail to either port, according 
prevailing conditions. Should the prospecting fo! 


now being carried out in Mozambique between the | 


popo and the Sabi rivers by an American company, using 


the latest aerial survey and ground technique, prove 
successful it would influence railway construction. 

At Beira, work is expected to be begun shortly on 
construction of a jeity, equipped for the loading 
minerals and served by belt conveyors The Lisb 
Government has awarded a contract for this work to 
Portuguese company which has been concerned with px 
installations at several harbours in Portugal and the Port 
guese colonies. The actual construction will be done 
an Anglo-Dutch company (Zuid Afrikaansh Handelshui 
The ore will be carried by the conveyors from a dump 
ground on reclaimed tidal flats to which it will be broug 
by rail from the interior. The jetty will also be used 
oil tankers and will be connected by pipelines witn 
shore bulk handling installation. 

North of the Zambezi River other port and railway e) 
tensions are in hand or projected. At Quelimane a jetty 
with 18 ft. of water alongside is to be built for coasting 


vessels. The immediate hinterland produces copra, sis 
rice, and sugar in considerable quantities and is served 
i railway running north for about 100 miles. About 


year ago the railway running inland from Lumbo, opposite 
island of Mozambique, on which the town « 
that name built, was extended northwards to | 
new and much more convenient port Nacal 
situated on an inlet with easy access and ample acco! 
modation for shipping and deep water close inshore: 
is about 40 miles north of Lumbo. Last June an inland 
extension of the railway which traverses rich agricultu 
icts and crosses the Namuli highlands, where t 
lighest peak rises to more than 8,000 ft., was opened 
railhead is now more than 300 miles from the coast and 
it is intended to proiong the line to Vila Cabral, near Lal 
Nyasa. Ata later date, if the Nyasaland traflic outgrow 
the capacity of the existing railway from the lake to Bet 
via the Zambezi bridge, a connection between the Nyas 
land Railways and this Portuguese line may be conisidere 
but this is hardly lixely to happen during the next decade 
Should the suggested line from Broken Hill, on the ma 
Cape-Congo railway, via Fort Jameson to a 


the sma!l 
is 


o! 


disti 


connectio 


with the Nyasaland Railways be built, the additiona 
traffic that would be brought by this new route to th 


Nyasaland-Beira line might eventually bring a relief routs 
across Mozambique to the port of Nacala into the picture 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Realignment of Southampton Docks Lines 


August 14 
Sir,—In your issue of May 17, 1946, you published 
a letter of mine in which I stressed the importance 
of the distance (4 ft. 6} in.) from the running rail to the 


outer edge of the checkrail on curves and through 
Crossings. 
It may interest your readers to learn that as a result 


of informal discussions which took place tnen, the Docks 
Engineer, Southampton Docks, has now issued instructions 
to his staff concerned with the maintenance of tracks 
in the Docks, that “in future the curved portions of all 
tracks liable to be used by main line locomotives are to 
have their gauge and flungeway widened A table 
is given showing the widening up to a maximum of 1} in 
for curves of 46 to 4:5 ch. radius. 

In the trials following the widening, before the opening 
of the New Ocean Terminal and the use of “* Merchant 
Navy ” Class engines in the Old Docks, it was found that 
at one point the wheels showed a tendency to rise, but on 
checking the measurement quoted above, it was found to 
be 4 ft. 7 in., reduction of this to the correct figure cured 
the trouble at once. 

Although the gauge had become wide on many of these 
curves, the flangeways had never been systematically 
widened and so large engines had always been liable to 
leave the rails. This led to their being banned trom the 
Old Docks. As now altered, the tracks should now show 
less distortion in service and their behaviour will be 
watched with interest. 

It should be noted that this widening applies to lines 
in Southampton Docks only, where speeds are very low 
and there is no suggestion, so far as | know, that it will 
be applied to main lines 

Yours faithfully, 


S. R. STONE 
22. Velmore Road, Chandlers Ford 
Level Crossing Accidents 
August 19 
Sir,—I wonder how many of those who read Colonel 


MecMullen’s Report on the accident at Second Drove Level 
Crossing, or the precis published in your issue of July 21, 
felt, as I did, that it would be interesting to know more 
of what one might call “the case for the defence.” 

Although, in the event of an accident where subsequent 
investigation shows that a crossing keeper has ignored 
regulations or been Jax in carrying them out, the Inspector 
obviously has no choice but to draw attention to such 
irregularities and to criticise the keeper concerned, there 
may be extenuating circumstances which, in the Inspector's 
terms of reference, have no rightful place in his Report. 

In search of an understanding of the problems which may 
beset a level-crossing keeper I took the opportunity whilst 
on holiday this summer of studying the conditions at a 
small public level-crossing on the single line between Bar- 
mouth and Harlech, formerly part of the Cambrian Rail- 
way. This crossing is protected by stop signals, interlocked 
with the gates, worked by a lever situated on the opposite 
side of the track from the keeper's cottage. The normal 
position of the gates is across the road. As the crossing 
lies in a shallow valley formed by gradients on either side, 
the keeper should, to avoid possible accidents by runaways, 
decline to open the gates to road users until any train is 
clear of the summit of the rise. 

Railway traffic varies a little between summer and winter. 
The 1950 timetable shows 10 passenger and three goods 
trains daily in each direction. There are no scheduled 
rains on Sundays, though the presence of a large military 
camp three miles to the north leads to some extra military 





tratlic, much of it on Sundays. The density of railw: 

tratlic is not of great importance, seeing that the gates 
are normally open to the railway: it is the density of roi 

tratlic which makes work for the keeper. The road cros 

ing the line here is one of the few means of reaching tl 

sea, sand dunes, a holiday camp and a number of farn 

from the main Barmouth-Harlech road. No doubt whe 

the crossing was last considered for grading, road tratl 

was comparatively light: there were no camp, few cars an 
lorries, and the area was not much visited by day-t 

coaches. 

Nowadays in the summer, road traffic, usually fat 
machinery, cattle and sneep, begins around 6 a.m., an 
thereafter there is a fairly steady flow of cars, lorric 
col ecting sand from the dunes, day-trip coaches to tl 
beach, and normal traffic to and from the holiday camp 
until dusk. On occasions, motorists returning to the camp 
have called for the opening of the gates as late 
1.30 a.m. 

A personal census taken last year by the present keepe 
Mrs. Price, showed that some 80 cars, carts, farm wagon 
and coaches, plu; cattle and sheep in droves, crossed th 
line on that day. Assuming that some of the vehicles 
got across together for one opening of the gates, it 
probable that the action of going from the cottage acros 
the line to the signal lever, putting the signals to dange 
opening the gates, closing them, pulling the signals o 
and returning acros; the line to the cottage was performed 
some 50 times between dawn and dusk 


Now, Mrs. Price, apart from being the keeper of a 
crossing at which, the gates being normally open to the 
ilway, she is at the beck and call of road users fo 
perhaps 1&8 hours daily, is also a mother of school-age 


children, has her normal household chores, and a husband 


to get food for. If there should be an accident at he 
crossing it would be, quite rightly, as crossing keepe 
only that she would be examined. If the enquiry showed 


that she had in some way ignored regulations or carried 
them out wrong.y, she would be criticised in a document 
available to the public, and probably quoted from in the 
daily press. But a great deal of the background, as out 
lined above, might very well not be revealed, having no 
direct bearing on the accident in question. 

1 do not suggest that conditions at this crossing are 
typical but I do not think they are unique, and I wonde: 
whether such conditions, where they exist, are desirable 
in the interests of public safety or even defensible from 
any point of view. I feel strongly that no employee work 
ing under such conditions should be more or less public! 
censured if found guilty of a minor deviation from regula 
tions, however serious the consequences may be. 

Yours faithfully, 
MAXWELL TAYLOR 
Greenfield, Watlington 


Station Name Boards 


August 23 

Sir,—Under the heading “Which Station’?  M: 
D. S. M. Barrie answers a complaint, by announcing in 
a letter to the Press, that the Railway Executive is intro- 
ducing name boards with letters 12 in. high. 

Surely this height is totally inadequate. The minimum 
should be 24 in. The boards should be in black and 
white and bear nothing but the station name. 

Good examples are or were to be found at Rugby and 
Crewe and a still better one on the down side approach 
to Woking. 

Yours truly, 
P. M. BROOKE-HITCHING 
2, Kensington Palace Gardens, W.8 
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THE 


Train for Eleven 

\n excursion train left Harpenden. 
Herts., for Litthkehampton, Sussex—87 

es, 9s, 9d. return—with I1 people in 
ten carriages. Would-be passengers 
plained: “ An excursion starting at 
am. is. far late.”’—From the 
aily Express.” 


too 


Alarmist 

‘lan opposite me on the ~ Brighton 
Belle” flung on the rack a bag which 
ed ominously and kept me awake 
ne Way. 
lan himself straightaway went to 
p. He snored (on and oif) until we 
ed the Downland = suburbs — ot 
Brighton—when the ringing of an alarm 
clock came from the bag. 

Frain was still doing 40 or 50 m.p.h., 
Mian leapt up. seized his bag and 
iimed: “ Gracious! That means we 
it to be there by now.” “ Bou- 
"in the News Chronicle.” 


World’s Longest Platform 

In the Rhodesian Railways Bulletin 
July last, the Rhodesian Railways 
idmit that Bulawayo, with its 2,473-ft 
platform, has to yield first place for the 
world’s longest platform to Storvik, in 
Sweden, with a platform 2,470 ft. long. 
Midway along each side of the main 
platform at Storvik there are crossovers. 
To facilitate interchange of traffic, up 
id down Stockholm-Boden _ trains 
usually draw up facing each other and 
the crossovers, on one side of the plat- 
form, and Gothenburg-Givle trains 
nilarly drawn up on the other side. 
Bulawayo can still claim the longest 
itform for 3 ft. 6 in. 





gauge. 





* Actually, I'm glad we couldn't get a sleeper 


[Reproduced by permission of the proprietors of ‘ 
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SCRAP HEAP 


French Crampton Centenarian 


THE GAZETTE 





Crampton locomotive built for the Paris-Strasbourg Railway and preserved 
by the S.N.C.F., with reproductions of rolling stock of the period, on show 
for the Metz-Nancy centenary celebrations last July 


Photo} 
Engine for Royal Engineers 
The Railway Executive has arranged 
to present to the Transportation Cenire, 
Roval Engineers, for preservation on 
indefinite loan at the Longmoor 
Museum, the historic inspection loco- 
motive Gazelle, which worked on the 
Shropshire & Montgomeryshire Rail- 
way when this line was operated by the 
Royal Engineers as a military railway. 
When the S. & M. was taken over by 
the Government, the Gazelle and othe 
former S. & M. engines passed into 
British Railways locomotive — stock. 
After 57 years of service, however, it 
is unsuitable for further repair. 
This is probably the smallest 


Historic 


loco- 


Punch” 


Y Broncard 


motive ever built in this country for use 
on the standard gauge and has a weight 
of only 5 tons 6 cwt. It was built by 
Alfred Dodman & Co. at Kings Lynn 
in 1893 for the private use of a Mr 
William Burkett. In 1911 it was bought 
for the S. & M. and for many years 
worked on the Criggion branch and as 
an inspection engine. Originally of the 
2-2-2 well tank arrangement it was re- 
built as an 0-4-2 well tank about 40 
years The engine still carries its 
original builders’ plates. 


ago. 


Pediculture 

(Sir Eustace Missenden 

passenger cO-operation in 
carriages clean.) 


appeals for 
keeping 


Though executives entreat 

You their property to treat 

With the courtesy complete 

You would show to some fine suite, 

Though you've trudged through mud 
and sleet, 

Or through summer's dust and heat, 

Must your really rest your feet 

On the nearest carriage seat? 

You may neat, 

(Yes, I know you feel dead beat 

And the cushions your feet 

Bite the bullet, sloth defeat, 

Keep those trotters off the seat!) 


ruin raiment 


“draw” 


Carriage cleaners must compete 
Against time, and time is fleet: 
You can help this corps d’elite 
Keep the cushions clean and sweet. 
If your bondage is complete 
And it's useless to entreat 
You to cherish what is neat, 
What is pure, and clean, and sweet, 
Well, for goodness’ sake, don’t bleat 
That the railways are effete! 

A. B. 
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OVERSEAS RAILWAY AFFAIRS 


IRAQ 
Summer Services 

The summer timetables of the State 
Railways show several improvements in 
passenger services, additional facilities, 
and reductions in ancillary charges. The 
sleeping-car trains between Baghdad and 
Mosul (standard-gauge) are accelerated 
by | hr. 40 min. and now regularly 
include the latest air-conditioned, as well 
as ordinary, upper class stock and 
modern third class coaches. Supple- 
mentary charges for air-conditioned 
trains, both first and second class, have 
been reduced by half. 

Fifteen minutes have been eliminated 
from the metre-gauge Basra-Baghdad 
mail train timings, and more accelera- 
tion is scheduled tor the autumn. The 
Baghdad-Kerbala journey takes one 
hour less, by the recent opening of a 
new six-span girder bridge over the 
River Euphrates on the branch trom 
Hindiyah Junction: there is through run- 
ning in place of previous transhipment 
of passengers at Hindiyah Barrage. 

The overnight service trom Baghdad 
to Erbil, where an up-to-date railway 
rest house has been opened, brings 
passengers within twenty miles of the 
Kurdish mountains, and forms an alter- 
native route for the summer resorts to 
that via Mosul. A connecting car ser- 
vice from both Mosul and Erbil is 
operated to these  railway-managed 
mountain resorts and through rail and 
road tickets are issued at reduced rates 

Bedding hire charges have been halved 
all over the system, return tickets be- 
tween all I.S.R. Stations (at single fare 





Excess depot at Prospect, near Johaynesburg, South 


(From our correspondents) 


and three-quarters) have been made 
available for return up to thirty days 
instead of only seven days, and special 
summer return tickets, valid until Octo- 
ber 31, have been introduced from 
Baghdad*® and Mosul to Aleppo and 
Istanbul at 30 per cent. less than normal 


fares. 


SOUTH AFRICA 
Wagon Loading 


Although the extremely heavy in- 
crease in goods traffic is creating an 
unprecedented demand for wagons, par- 
ticularly for the coal mines, the railways 
have nevertheless managed so far to 
cope satisfactorily with it. During the 
week ended June 24, loadings reached a 
new record figure of 103,669 wagons. 
Ihe demand for wagons for the trans- 
port of cement and raw materials is also 
increasing, and at present a daily average 
ot 640 four-wheel wagons is required for 
this traffic. Large quantities of cement 
are being exported to Rhodesia. 


New Excess Depot at Prospect 


A new excess depot for the storing of 
all goods unclaimed, untraced, not 
accepted by consignees was brought 
into service at Prospect, Johannesburg, 
in May. It will enable the railways to 
store all property of this nature under 
cover to prevent deterioration and 
corrosion. A_ railway, with platform, 
runs the entire length of the depot on 
one side, and on the other is a macadam 
road also. served by a_ platform. 
Extended roofs protect the goods during 
loading and unloading in any weather. 


The total cost of the new depot, which 
replaces the old depot at Kazerne, was 
£40,000. 
Coal Traffic 

Coal mining activity in the Unicn is 
still increasing rapidly, and corresp.nd- 
ingly heavy calls are being made on the 
railways for coal transport. In the week 
ended June 8, a total of 463,594 tons was 
moved from the Transvaal and Natal 
coal areas, of which 414,769 tons was 
carried over the line trom Witbank to 
Johannesburg. This line at present 
carries the heaviest traffic in the Union 

During the third week of June. a 
further 456,556 tons of coal were carried, 
which, although a slightly lower figure 
than that for the week of June 8, was an 
increase of 44,270 tons over the corres- 
ponding week of last year. Arrange- 
ments were made during July for 12 
ships to take on 114,000 tons of cou! at 
Durban, and 19 ships to take 170.500 
tons at Lourengo Marques. 


ARGENTINA 
Statement by Liquidators 


Apropos of a question asked in the 
Argentine Chamber of Deputies, the 
liquidators of the ex-British railways 
have published a four-point statement 
clarifying certain aspects of the sale 
They assert that (a) the agreemen 
February 13, 1947, contains no hidden 
clause as regards the price paid for the 
railways and their ancillary unc 
takings; (5) the British companies did 
not receive more than the 
$2,842,525.000 Argentine paper, the 





African Railways 





sum of 
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equivalent of £150,000,000, which was 
suid to them in London in sterling on 
March 1, 1948: (c) the figure mentioned 
was the price paid for the railways and 
all the assets mentioned in the agree- 
ment: and (d@) the amount of the claims 
pending with the Argentine Government 
as per the statement of account already 
submitted is $24,753,923 Argentine 


T 


Ministro Pistarini Station 


eiza station on the General Roca 
Ruilwav is henceforth to be known as 
Ministro Pistarini, after General 


Pistarini, the Minister of 
se name 
Buenos Aires Airport. 


Public Works, 


is also borne by the new 


Railways to Make Own Uniforms 


future, the railways will make all 
rms tor the staff, as well as linen 
dining and sleeping cars, in a new 
establishment in Buenos Aires. Employ- 
ment will be provided tor 160 women, 
technical and administration staff. 


ITALY 
Combined Rail-Sea Fares 

[he most convenient connection be- 
tween the mainland and Sardinia is the 
night boat operating daily either way 
between Civitavecchia (on the Rome- 
Pisa main line, about 50 miles, to the 
north of Rome) and Olbia Marittima, 
on the northernmost section of the Sar- 
dinian east coast. Fast motorships of 
the Tirrenia Company are timed to 
cover the distance of 125 sea miles be- 
tween the two ports in 12 hr. 30 min., 


Publications Received 


British Canals. An Illustrated History. 
By Charles Hadfield. London: Phoenix 
House, 38, William IV Street, Charing 
Cross. 84 in. 51 in. 259 pp. Price 
l6s.—Much has been written about 
British waterways and canals, but the 
author, a founder member of the Inland 
Waterways Association, presents his 
story so that it caters, not only tor those 
particularly interested in the subject, but 
also for the general reader. The book 
contains many fine illustrations and 
several original maps. It deals chrono- 
logically with the development of inland 
waterways in this country and is the first 
complete history of British canals. It is 
not easy now to visualise the canal acti- 
vity of those times when most of our 
heavy goods and many passengers were 
moved by waterway. Some 3,600 miles of 
canals were constructed during the 80 
years before 1840, by which time the 
canal era had almost ended. At their 
peak the canals honeycombed the 
country, linked the seas, joined the prin- 
cipal towns and brought sources of raw 
materials within easy reach of industrial 
areas. The advent of railways about the 
middle of the nineteenth century caused 
the rapid decline of the prosperity of 
most canals. Many passed into railway 
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leaving Civitavecchia and Olbia Marit- 
tima at 6.30 


p.m. and 7 p.m. respec- 

tively. 
As from August I, 1950, combined 
rail-sea fares are in force between 
stations on the mainland and in Sar- 


dinia, based on the actual distance be- 
tween the stations concerned, the sea 
passage being reckoned as a “ railway 
distance ~ of 231 km., but being in- 
cluded in the all-round distance. Thus 
passengers gain the advantage of the 
cheaper long-distance basic fare \ 


Orleans 






and trailers in 


( oaches 


Railways. 


V/otor 


ownership and were eventually taken 
over by the British Transport Com- 
mission in 1948: the mileage then was 
than half what it had once been. 
A chapter devoted entirely to the his- 
tory of the Manchester Ship Canal 
demonstrates how it has contributed to 
the prosperity of Manchester and the 
surrounding district. The book has 
justified the amount of research that its 
preparation must have entailed and for a 
long time is likely to remain a standard 
work on its subject. 


less 


Tanganyika Report, 1949—London: 
H.M. Stationery Office. 9} in. 6 in 
300 pp. Illustrated. Paper covers. 


Price 8s.—Reference is made, in the 
Colonial Office report on the administra- 
tion of Tanganyika for the year 1949, 
to the “immeasurable advantages ” 
which have accrued to the territory 
from the amalgamation in May, 1948, 
of the railways in Tanganyika, Kenya, 
and Uganda, into the East African Rail- 
ways & Harbours, “ particularly ” (the 
report adds) “in the manner in which it 
was found possible to deal with record 
traffic under the most difficult conditions 
resulting from the drought and with a 
shortage of modern rolling stock, and in 
overcoming the problem of congestion 
at the port of Dar-es-Salaam.” This 


a 


Orleans 
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second class ticket between Rome and 
Cagliari via Civitavecchia, under the 
new system, based on the overall dis- 
tance of 599 km., now costs lire 4,390, 
compared with lire 5,490 under the 
former system when the fare was calcu- 
lated as the combination of three sec- 
tional fares. A further advantage is 
that any special reductions in fares are 
now applicable also in respect of the 
maritime section, whereas under the old 
system no such facilities were granted 
for the sea passage. 


Shutter Service 






ff 
ee: 
itt 


i : 


(Town) 


National 


French 

These trains connect with the Paris-Bordeaux main line at Les 

fubrais Station, on the outskirts of Orleans (see also article in the September 
2, 1949, issue) 


Station, 


{¥ Broncard 


will be dealt with more fully in the 
E.A.R. & H. report for 1949, which has 
not yet appeared, though Mr. Medwyn 
Ormerod’s paper on “groundnuts 


scheme ~ transport (of which a digest 
was given in The Railway Gazette, 


February 10 issue) gives an overall pic- 
ture of the situation early in 1950. The 
Colonial Office report refers also to pro- 
gress in the construction of the Southern 
Province Railway and of its outlet, the 
new port of Mtwara: to port develop- 
ment at Dar-es-Salaam: and to the 
preliminary survey being made of a 
railway link between East and South 
Africa, 


Seventy-five Years of Successful En- 
deavour.—To commemorate its 75th 
anniversary the firm of Earle Bourne 
& Co. Ltd., Birmingham, has published 
a booklet containing a history of the 
company and a résumé of its business 
activities, which includes the produc- 
tion of solid drawn brass and copper 
tubing, cold rolled copper and brass 
sheets, and strips and drawn angles and 
sections. Also included are useful 
tables and data, covering specific 
gravity and melting points of common 
metals and alloys, tensile strengths of 
brass sheet and strips, with their 
manufacturing tolerances. 
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The Railway Situation in U.S.A.—¢ 


S in Great Britain competition be- 

tween the road freight haulage indus- 
try and the railways has reached a critical 
stage. On behalf of the U.S.A. rail- 
ways, Mr. David I. Mackie, General 
Counsel, Delaware, Lackawanna & 
Western Railroad, submitted a state- 
ment on the road-rail problem to the 
Senate Committee on Interstate and 
Foreign Commerce, in April. His evi- 
dence has been circulated in pamphlet 
form and is summarised here. 

No doubt Mr. Mackie was selected as 
spokesman because the “ Lackawanna ~ 
Operates about 1,000 route-miles in a 
highly competitive district between New 
York and Buffalo, forming part of the 
Great Lakes Region. In 1949 its 
Operating revenue, of which 80 per 
cent. is derived from freight, decreased 
by nearly 12 per cent., while operating 
expenses were reduced by only 5:5 per 
cent The result was a decrease of 36 
per cent. in net railway operating in- 
come as compared with a fall of 31 per 
cent. for the U.S.A, railways as a whole 
Ihe “ Lackawanna” thus has cause to 
tear the effects of intensified road trans- 
port. 

Expansion ef Motor Vehicle Traffic 

Mr. Mackie began his evidence witn 
figures to show how the use of moto 
vehicles in the States has expanded 
a phenomenal rate. In 1906 the num- 
ber registered was 108,100; by 1949 it 
was over 43,250,000 Goods vehicles 
represented about 17 per cent. of that 
total, but the railways are primarily 
concerned with the competition of some 
400,000 large vehicles plying for hire 
in regions of dense traffic. The name 
given to these competitive vehicles 
was “ highway freighters.” 

Though the freighters form less than 
1 per cent. of all motor vehicles on the 
roads, on them centres the problem of 
diversion of traffic from the railways. 
The exact amount of tonnage lost to 
road is unknown, but in the years 1947- 
49 road ton-mileage is estimated to have 
risen by 17 per cent., whereas railway 
ton-mileage has fallen by 20 per cent 
The share of the freighters in this in- 
road on rail carryings is indicated by 
their ability to work over 70 per cent 
of all road freight ton-miles in a year, 
while travelling less than 30 per cent. of 
the total goods motor mileage. 

The receipts of motor carriers are 
recorded only for those under Inter- 
state Commerce Commission’s regula- 
tion. In 1948 the revenue of these regu- 
lated hauliers was 34:7 per cent. of the 
total railway freight revenue, although 
they worked only 6°6 per cent. of rail- 
way ton-miles. This shows that traffic 
carried by road is mostly high-class 
merchandise, since the hauliers pick and 

* Part 1 appeared in our June 9 issue, Vart 2 in 


our August 11 and Part 3 in our issue of 
August 18 


issue, 


Road freight haulage problems 
By a Correspondent 


best, instead of 
tendered as the 


choose what pays 
accepting all freight 
railways must do. Moreover, the 
hauliers often restrict their service to 
important terminal points, leaving the 
railways to cater for intermediate places 
where traffic is thin and working costs 
are high. 
The Highway System 

During 1921 to 1949 the U.S.A. has 
spent $59,000 million on road construc- 
tion and maintenance, plus interest on 
highway debt. The existing highway 
system of 3,326,000 miles consists of 
316,000 miles of urban streets, 345,000 
miles of main rural roads, and 2,665,000 
miles of minor rural roads. Federal aid 
to public roads is $450 million a year, 
and various interests constantiy press 
the Government to increase that expen- 
diture. One proposal to construct a 
national system of industrial highways 
for purposes of defence would 
$11,300 million. 

In the meantime great sums are being 


cost 


spent on building roads to carry 
freighters and on_ repairing roads 
damaged by these heavy vehicies. A 


widespread practice of illegally exceed- 
ing gross weight and axle-load limits 
aggravates the damage Overloading 
pays profits which more than cover the 
small fines imposed when a haulier is 
detected. 

Whi'e 34 States have adopted an axle 
load limit of 18,000 Ib., higher limits are 
permitted in the rest of the States, most 
of which are in the north east. Road 
hauliers consistently advocate the use ol 
larger vehicles, but many freighters are 
at present 8 ft. wide, 12 ft. high and be- 
tween 50 and 65 ft. long, with a gross 
weight of 40 short-tons or more. The 
running of these freighters causes 
serious traffic hazards to ordinary motor 
vehicles and pedestrians. Mr. Mackie 
argued that the Government was surely 
under no obligation to furnish highway 
facilties not needed by the general public 
merely to accommodate abnormally 
large vehicles engaged in commercial! 
transport. 


Subsidies to Road Transport 


Every consideration of sound public 
policy, as well as of justice and equity, 
was said to require that the costs of 
providing road; be placed upon those 
who use them. The States impose 
registration fees and petrol taxes on all 
types of motor vehicles, but these 
charges do not result in the freighters 
paying their fair share of road costs. 
Special inquiries conducted in several 
States as far apart as New York, 
Illinois, and California proved conclu- 
sively that the petrol tax has the effect 
of subsidising the freighters at the ex- 
pense of other motor owners or of the 
general taxpayers. 

In addition to this subsidy at State 


level, the freighters receive a subsidy at 
the Federal level, because during the 


last 40 years there has been a gradual 
shift of the highway burden from the 


States to the Federal Governmeni. The 
prospects are that the amount of 


Federal aid to road programmes may be 
increased substantially as the time 
goes on. 

In the struggle for traffic, the railways 


are at a disadvantage in having to pro- 
vide and maintain their own permanent 
way at a cost of 23 cents out of every 
dollar of operating revenue. The whole 
of the fees and taxes paid by road 
hauliers represent only 3:7 cents of thei 
revenue dollar. Again the railways pay 
real property taxes on their permiunent 
way and structures and also on their 
rolling stock. 

In some 17 States, freighters are ex- 
empted trom payment of persona! pro- 
perty taxes, so that a heavier burden of 
local taxation falls on the taxpayers, in- 
cluding the railways. These competitive 
disadvantages left the railways with an 
average return during the last three 
years of 3°5 per cent. on their net invest- 
ment. The return earned by the motor 
hauliers reporting to the Interstate 
Commerce Commission is estimated to 
be three times as large. 

Proposed Remedial Measures 

At the close of his evidence, Mi: 
Mackie proposed a number of measures 
which the Association of American Rail- 
roads thinks the Government should take 
to remedy the present state of affairs 
First, Congress should impose a gradu- 
ated highway user excise tax on heavy 
vehicles, related both to the gross weight 
of the vehicle and to its annual mileage. 
Second, the States should eliminate sub- 
sidies to freighters and should protect 
the roads from abuse and destruction by 
limiting the weight and size of vehicles. 
Third, all motor carriers of freight en- 
gaged in interstate commerce should 
carry on each vehicle a manifest of its 
loading with details of weight. Finally, 
as another representative of the A.A.R. 
would testify, numerous amendments to, 
and modifications of the acts regulating 
railways and motor carriers should be 
enacted to remove existing inequalities 
and injustices. 


LEYLAND BUSES WITH WESTINGHOUSE 
BRAKES.—The Westinghouse Brake & Signal 
Co. Ltd. announces that 620 Leyland 


* Royal Tiger” buses recently ordered by 
Autobuses Modernos S.A., Havana, will be 
fitted with Westinghouse compressed aif 
brake equipment. This includes the type 
E.11 engine-driven compressor, type S.2 
foot valves, 10 in. brake reservoir unit 
with unloader and low pressure indicator, 
and 10 in. clutch and door reservoir unit 
with charging and limiting valves. This 
follows an order for similar brake equip- 
ment which will be fitted on 500 Leyland 
* Olympic ” chassis. 
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A Compact Hacksaw 


Time saving by means of a quick-return motion 


A 6-in. hacksaw known as the Saw- 
ye aster has been developed by 
Qualters & Smith Bros. Ltd., Barnsley, 
Yorks., which is of compact design and 
is driven by a 4-h.p. motor through vee 
ropes which are fully adjustable for ten- 
sion: ull drive mechanism is totally en- 
closed. The saw frame runs on a pris- 
matic guide, ensuring both rigidity and 
accuracy. 

The blade, which cuts on the draw 
stroke. is lifted out of contact with the 
work on the return stroke. A feature 
of the design is the use of a quick-return 
motion to the saw frame, thus reducing 
non-productive time. All bearings: are 
fitted with oil-retaining bronze bushes, 
other parts being lubricated through 
grease nipples. The work is held in a 
vice Which is adjustable to an angle of 
4§ deg. and a bar stop is also fitted. 
Standard machines are suitable for 3- 
phase electrical supply and single phase 
and special voltages can be fitted if re- 
quired. A coolant pump can be sup- 
plied as extra equipment and the tank 
being accommodated in the base of the 
machine 


Hacksaw in’ which all the drive 
mechanism is totally enclosed; power 
is supplied through a }-h.p. motor 





Bridge Replacement on East London Line 


~~ = 





: Mies _—- : , , 
On August 20 a new 90-ft. span bridge weighing 360 tons was rolled into position to carry the East London Line over the 
Grand Surrey Canal at New Cross (see paragraph on page 222 of our August 25 issue) 
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Modernising a Freight Yard on the Santa Fe Railway 


Works include a 56-road, \2-retarder hump grid, 
and elaborate communications and drainage systems 


T HE Atchison, Topeka & Santa Fe The old yard consisted chiefly of three inadequacy of the old flat yard to cope 
Railway has recently modernised grids for westbound, eastbound, and with it, recently made extensive moderni- 
its heaviest-traffic freight yard at Argen- elevator storage traffic, the elevator sation imperative. 
tine (Kansas City). The principal work served being the largest in the world The new works were begun in June, 
involved was the construction of a new under one head house. There were, and 1947, and completed in September, | 949, 
56-road hump classification grid with a are, also extensive oil storage facilities They involved costly preliminary 
capacity of 4,000 wagons daily. The im- adjacent, as well as locomotive running measures, including removal to a new 
provements are expected to ensure a sav- sheds and wagon repair shops, and a_ site of the whole town of Turner. pre- 
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General layout of Argentine (Kansas City) yard as in use today 


ing averaging | hr. 40 min. in the time high-level icing dock 2,700 ft. long The viously close to the west end of the yard, 
taken by a loaded wagon to pass through old yard occupied an area roughly four and also a two-mile diversion of a State 
the yard, and a reduction of 10 hr. in’ miles long and 4 mile wide alongside the highway; the latter involved a new Vvia- 
the detention of empties. Operation will east to west trans-continental main line. duct across the west end of the yard to 
also be much less costly. The work was The volume of traffic handled rises to a carry Key Road traffic; moreover, Car- 
carried out under the general supervision peak maximum of about 4,000 wagons _lisle Road viaduct, which already crossed 
of Mr. T. A. Blair, Chief Engineer of daily, some 1,000 of them interchanged the main lines, the old yard, and the 
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Santa Fe Railway, showing the position of Kansas City in relation to the lines to the south and west 








ite 
a- 


ir- 
ed 
he 
ll, 





—-o <s 


=- OS st = 


september 1, 1950 


to be extended by a distance of 
6 ft. diagonally over the new 56-road 
ip grid. 
he new hump grid has a capacity of 
0) wagons, and the roads, which are 
nged in eight groups, each hold 31- 
vagons. The gradients are designed 
minimise the distance required for 
rons to reach the fouling points. It 
ontrolled from three cabins by means 
electro-pneumatic points and 12 re- 
lers. 
\ special feature in the construction 
this grid was the provision of a 
er-proof blanket at formation level, 
‘nding fanwise from the hump into 
vard and covering an area of 190,000 
ft., and an elaborate drainage system, 
h necessitated by the unstable nature 
the fill. 
he blanket itself consists of a 
‘ture of limestone, sand, and emulsi- 
asphalt, laid 4 in. thick under the 
cks and 2 in. in the spaces between 
m. It is sloped to manholes to carry 
iy surface water. The retarders have 
iforced-concrete foundations. 
[he opportunity has been taken to 
the crest of the hump as a fly-over 
enable east-bound departing trains to 
‘s from the north-east side of the new 
d under the hump to the south side of 
yard and thence to the main line. 
e present layout of the yard is shown 
the accompanying diagram. 
The yard as a whole is controlled from 
ir Offices, the West End, Bowl, Main, 
d East End yard offices. These are 
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connected by a system of 
18,400 lin. ft. of S4-in. 
aluminium-alloy pneu- 
matic tubing, through 
which are sent the way- 
bills for incoming and 
outgoing trains. A 3-in. 
tube also takes wagon 
cards from the main 
yard office to the hump 
conductor. 


Communications System 

The teletype system of 
communications is also 
in use, giving adequate 
information about ap- 
proaching trains from 
stations 221 miles to the 
east and 118 miles to the 
west. It also conveys 
shunting lists from the 
main yard office to the 
humpmaster’s office. A 
duplicating printer in the 
latter prepares an extra 
copy, which is sent by 


pneumatic tube to the 
hump conductor. There 
are also extensive sys- 


tems of walkie-talkie and 
loud-speaker communti- 
cations. 


hump. 


For supplying power for point opera- 
for the communication tubes, 
in- buildings. 


and 
motor-driven 


tion 


two compressors are 


stalled, each with a capacity of 670 cu. 
Two oil-burning boilers are 


ft. per min. 





One of the control towers on 





Train inspection in pit below approach track to 


The operator is controlling the spray to 


mark a defective wagon passing overhead 


also housed in the same building for 
supplying steam for heating the various 


Each wagon, as it is pushed up to the 
hump, is inspected whilst in motion from 











the Santa Fé Railway System 
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Injecting oil into axlebox as vehicle is pushed up the hump approach road 


beneath. The inspector sits in a swivel 
chair in a concrete inspection-pit with 
a shatter-proof glass window under the 
four-foot way, and examines the under- 
side of each wagon as it approaches; he 
can also watch it receding by pivoting 


his chair. The window is kept clean by 
a pneumatic windscreen wiper, and 
floodlights illuminate the undersides of 
the wagons. Any wheel or part noticed 
by the inspector as defective is imme- 
diately marked by working a lever re- 


Mobile Trailer Workshop 


Equipped to deal with mechanical or electrical failures 


ITH a view to providing facilities 
for repairing mechanical equip- 
ment operating in areas some distance 
from static workshops, a mobile trailer 
workshop has been developed by Petbow 
Limited, Richborough and Watford. In 
the event of a machinery breakdown 
the trailer workshop is towed to the site 
by tractor, the latter being then released 
to continue its normal duties. The 
trailer is equipped sufficiently to deal 
with either mechanical or electrical 
failures, and is divided into two sections, 
workshops and a power supply, the sec- 
tions being separated by a Durasteel par- 
tition with mild-steel supports. 

The length of the trailer is 22 ft. 0 in., 
and it is 8 ft. 2 in. wide and 11 ft. 5 in. 
high, the weight being 10 tons. The 
trailer consists of a platform of welded 
mild-steel channel construction covered 
with timber planking. 

The roof of the trailer has a double 
skin of Durasteel with an air gap to 
minimise the temperature in the work- 
shop. The upper part of each side con- 
sists of 3 angle-iron frames hinged at 
the top covered with Durasteel and each 
having a glass window of ample size. 
Supports are provided to keep the sides 
approximately horizontal when the 
workshop is in use. The lower part of 
each side consists of 3 angle-iron frames 
with hinges below their low extremities 
so designed that the sides, when lowered, 


become horizontal platforms 2 ft. 8 in. 
from the ground. The frames are 
covered with timber and fitted with jacks 
which are adjustable so that the frames 
can be used as working benches. 

The undercarriage is of rubust con- 
struction and is well sprung, the front 
axle being mounted through semi- 
elliptical leaf springs to a turntable, and 
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leasing a spray of whitewash on t> the 
wheel. Cars so sprayed are divert.d at 
the hump to the casualty repair ‘oad. 
The car number is telephoned to tle in- 
spector in his pit and he reports by tele- 
phone to the repair road. 

Before reaching the inspection pit, 
wagons pass a series of high and lo, de- 
tectors for indicating dragging e.uip- 
ment. Any wagon part striking a high 
detector causes it to transmit an | tter- 
mittent bell and light signal to the pit 
as a warning to the inspector. Whe: the 
defective part is hanging low enournh to 
engage a low detector, continuous bell 
and light signals warn the inspector to 
get out of the pit. 

Between the inspection pit and the 
hump is an oiling station, where oi! is 
injected into axleboxes as they pass. An 
oiler operates his oil gun from a shailow 
line-side pit on each side of the track. 

The diesel-electric yard shunting loco- 
motives are radio equipped. Nine engines 
used for humping use one frequency, and 
all other shunting engines another. 

The three control cabins are designed 
to give a clear view of the hump area; 
the many other new buildings are of con- 
ventional brick and concrete types. 

We are indebted for the information 
on which this article is based, and for 
the illustrations used, to our contem- 
porary Railway Age. An editorial note 
dealing with Kansas City as a traffic 
centre also appears in this issue. 


a towbar is fitted for connection to the 
tractor unit; the rear axle is mounted 
through = semi-elliptical leaf springs 
direct on to the chassis. The trailer 
underframe is equipped with rear lights 
and other equipment necessary for road 
traffic regulations. The equipment in- 
cludes a 6-in. lathe, power hacksaw, 
electric drill, bench grinder, hydraulic 
press of 30-ton capacity, gas welding 
equipment, a d.c. welding plant, an a.c. 
generating plant, and a d.c. battery 
charging plant. 





Trailer repair workshop for mechanical plant 
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British Railcars in South America 


Wickham 400-b.h.p. and 200-b.h.p. diesel-mechanical railcars coupled together on the Girardot Railway, 
Colombian National Railways 




















A Wickham diesel railcar crossing the Magdalena River in Colombia 








240 


THE RAILWAY GAZETTE 


September 1, 19.0 


Multi-Lingual Announcements at Harwich 


Recording in four languages to speed Customs 
and assist foreign visitors at Parkeston Quay 


T° speed Customs and immigration 
formalities and assist foreign visi- 
tors, recorded multi-lingual announce- 
ments have recently been introduced at 
Harwich, Parkeston Quay, where all 
announcements may be given in English, 
Dutch, Danish, and German. 

Consideration was given to the alter- 
native claims of both disc and magnetic 
tape recordings, but after careful exami- 
nation it was decided to adopt the 
magnetic tape because of its long life 
mechanically, and the easy recording on 
site of additional announcements that it 
affords. The tape speed used is 7} in. 
per sec. giving an upper frequency 
response of approximately 8 Ke/s. which 
was considered necessary to give 
clearly intelligible speech reproduction 
on railway stations. 

Each announcement is given in Eng- 
light, Dutch, and German for the main 
Continental services and in English and 
Danish for the Scandinavian services. 
Depending on the information re- 
quired, certain of the tapes provide for 
a series of announcements, others only 
giving single announcements. In all 
cases each one is given in English fol- 
lowed by the foreign language, the full 
requirements being met by 18 spools of 
tape. 

The tape (80 yd.) is wound on to stan- 
dard 5 in. dia. 8 m.m. cine-film spools. 
Each spool is clearly numbered on both 
sides and is provided with a suitable 
containing can, also numbered on both 
sides and around the outer rim of the 
cover. Storage facilities have been pro- 
vided immediately below the mechanism 
unit, and twenty-four cans and spools 
are supplied, including six blank spools 
for local special recordings. Rapid 
identification of the spool required is 
given by reference to the label fixed 
alongside the storage compartment 
which details the tape number and 
languages in which the tape is recorded, 
with a brief description of the announce- 
ment. 

Parkeston Quay Station was already 
equipped with a loudspeaker installa- 
tion serving both the main boat-train 
platform and the quay, as previously 
described in our issue of December 10, 
1948. The tape recording equipment has 
been mounted on a standard 6 ft. equip- 
ment rack and fixed adjacent to the 
existing apparatus. 

The complete apparatus takes up very 
little space and consists of the following 
panels mounted on two rack frames. 
The left-hand frame contains the record- 
ing/reproducing equipment proper, the 
right hand rack frame the station 
announcing amplifiers and associated 
equipment. At the top of the left-hand 
rack is fitted a monitor loudspeaker 
panel to enable the operator to listen 
independently to the recordings or to the 
main amplifier during broadcasts at the 


station. The second panel contains the 
recording, erase and play-back ampii- 
fiers with the necessary control keys and 
valve test meter. The various volume 
and tone controls are of the pre-set type 
with slotted spindles mounted under a 
cover. 

The third panel houses the main 
mechanism consisting of a flat motor 
plate upon which is mounted the two 
spindles carrying the 5 in. dia. spoois, 
the main control switch, the erase, 
recording and reproducing heads with 
the necessary guide pulley, automatic 





switching pillars and constant 
drive capstan. Immediately below 
mechanism is mounted the spool st 
compartment, described above, 
below this the main power unit pr 
ing both h.t. and lt. supplies fo: 
recording, erase and reproducing | 
In the right hand rack frame 
mounted the main amplifiers with 
associated control and = distrib: 
panels. 


The use of recorded 


multi-lin 


ual 


announcements in no way supersedes 


the use of the normal system, 





ior 


Complete unit of two panels showing the mechanism unit and storage 
compartment 
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whch a ribbon type microphone and 
announcers’ control cabinet, con- 
taining volume level meter, loud- 
spe ker group selection keys and indi- 
lamps, is provided in an adjoining 


Ca 
souidproof room. 
Method of Operation 
fore the arrival of a boat train or 
shi» the operator selects the appropriate 


tape spool, and fixes the spool on to the 
rigiit hand mounting spindle. It should 
be noted that the left-hand spool is cap- 
tive, thus preventing the possibility of a 
tape becoming reversed. The leading 
edve of the tape is then guided past the 
constant-speed drive capstan around the 
automatic stop pillars, past the erase, 
record and reproducing heads, around 
the guide pulley and on to the * take-up ” 
sp yl. 
\s the leading edge of the tape has 
been reinforced it is pushed into the slot 
provided in the centre of the spool, the 
tape being locked and suitably tensioned 
by taking up two or three turns. The 
associated control key is then switched 
to “ monitor only ” and the mechanism 
control key turned to “play and 
record.” 

Thirty seconds of blank tape has been 
allowed before the start of an announce- 
ment and the operator waits for the pre- 
liminary announcement which identifies 
the tape, giving its number, the language 
and brief details of the main announce- 
ment to follow. A space of 5 sec. is 
allowed before the main announcement 
begins and mid-way in this portion of 
the tape a strip of metal foil has been 
attached to the un-coated side. As this 
section of foil passes the switching pillars 
the auto-stop relay is operated and 
switches off the mechanism. 

At the appropriate time the operator 
has merely to re-operate the main control 
key to “play or record” and change 
over the control key to “ main ampli- 
fier.” The complete recording is then 
reproduced over the loudspeaker system. 
At the end of the recording a further 
strip of metal foil has been provided 
and the mechanism is again automatic- 
ally switched off. At some convenient 
time the operator re-winds the spool and 
restores it in the appropriate can to the 
storage Compartment. 


Local Recording 
\ special “ recording” control key 
has been provided and by means of this 
a local recording can be made separately 
from the announcers’ microphone or, 
alternatively, such a recording may be 
made simultaneously with an announce- 
ment over the loudspeakers. For this 
purpose the “record” control key is 
Operated as required and a blank tape 
threaded on the mechanism which is 
then started as described above. To 
avoid accidental erasing or double 
recording of standard tapes, a separate 
and additional spring loaded pulley is 
provided which moves the tape against 

the erase and record heads. 
The circuits have been so arranged 
that when either recording separately or 
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Enlarged view of mechanism unit 


simultaneously with station announce- 
ments the volume level meter on the 
announcers’ control cabinet is in opera- 
tion, thus ensuring that similar levels of 
recording are maintained. 

Simplicity is the key-note of the whole 
installation and all controls, ete., have 
been reduced to a minimum. 

Each spool of the tape gives a maxi- 


mum announcement time of 6 min., 
excluding the 30 sec. run-up blank 
length. Re-winding is carried out at 


high speed in approximately 20 sec. and 
a “fast-forward” position is provided 
on the mechanism control switch to 
enable the latter part of an announce- 
ment to be selected if required. 

A feature of the design is the ease of 
maintenance. The rear of the mechan- 
ism mounting is hinged and, after open- 
ing, the complete deck can be released 
and slid out on runners for examination. 
When required, the complete top plate 
carrying the heads, guide pulley, etc., 
can be released, giving ready access to 
the friction clutches, the two driving 
motors and the servo wheels. Oilite 
bearings are provided throughout and 
the aim has been taken to ensure satis- 
factory operation under constant 
running. 


The play-back and record amplifiers 
consist of separate units mounted at the 
rear of a common panel on special 
brackets which allow ready access for 
test and maintenance. Simple and 
straightforward circuits have been 
adopted and the valve test meter has 
been made as simple as possible only 
giving a valve “ goodness ~ reading. 


Reduction of Noise 

The record amplifier chassis also con- 
tains the erase oscillator which provides 
erasing current and high frequency 
“ bias * for recording at 60 Kc/s. The 
power pack has been designed to pro- 
vide a well smoothed h.t. supply and 
separate |.t. supplies to the early stages 
of the play-back amplifier. This ensures 
that noise and hum are kept at a low 
level. 

Similar arrangements for recorded 
multi-lingual announcements are being 
provided in the “ Hook Continental ” 
boat train. 

The mechanism and magnetic record- 
ing tape were supplied by the General 
Electric Co. Ltd. to the requirements of 
Mr. A. Moss, Signal & Telecommunica- 
tions Engineer, Eastern Region, British 
Railways 
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British-Built Locomotive on Non-Stop Irish Service 


és os ow EN ve “ag ; a ‘ : a 
The Belfast-Dublin ‘ Enterprise” express, G.N.R.1) hauled by “VS” class 4-4-0 locomotive No. 209, “* Foyle.” 
The locomotive is one of a number built by Beyer, Peacock & Co. Ltd., for the G.N.R.(1). and was described in our 


issue of November 5, 1948 


A Picturesque Section of Line in the Western Region 
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Local train arriving at St. Ives Station, Western Region, British Railways 
Photo) . A. Butt 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. C. M. Cock, M.I.E.E., M.I.Loco.E., 
is relinquishing his post of Chief Elec- 
trica! Engineer, the Railway Executive, 
and has been appointed General Manager 
of the Traction Department of the English 
Fleciric Co. Ltd., as from October 1, he 
has also been elected a member of the 
board of The English Electric Export & 
Trading Co. Ltd. Mr. Cock was born in 
Meloourne, Australia, and received his 


Divisional Superintendent for the area, 
including Bombay, Between June, 1941, 
and February, 1942, he was loaned to the 
Royal Indian Navy and, as in the first 
world war, served afloat, this time as Lt.- 
Commander. It became necessary later in 
1942 to recall him to his post as Divisional 
Superintendent, G.I.P.R., on account of 
wartime pressure on the Indian railways. 
In 1945 Mr, Cock returned to England and 
took up the post of Chief Electrical Engi- 
neer to the Southern Railway. On the 


ministration of the Traction Department. 
Mr. Short, who is a Director of the Eng- 
lish Electric Export & Trading Co. Ltd., 
was born in Northumberland in 1897, and 
educated at the Royal Grammar School, 
Newcastle-on-Tyne. He served in the 
1914-18 war in the 7th Battalion Durham 
Light Infantry, and the R.F.C. and R.A.F. 
as a Captain and Flight Commander; he 
was awarded the M.C. After the war he 
obtained a first-class diploma at Faraday 
House, and in 1922 joined The English 





Mr. C. M. Cock 


Hitherto Chief Electrical Engineer, Railway Executive, 
who has been appointed General Manager, Traction 


Mr. Leonard H. Short 


Department, The English Electric Co. Ltd. 


technical training and early experience in 
Australia at the Melbourne Technical 
School and with the Victorian Railways. 
During the first world war he served in 
the Royal Navy and saw active service in 
the Pacific and in the North Sea. On 
demobilisation in 1919, he joined the con- 
Struction staff of Messrs. Merz & Mce- 
Lellan, consulting engineers, in Melbourne, 
in connection with the electrification of the 
Melbourne suburban railways, and a large 
power project for the Victorian Electricity 
Commission. In 1924 he proceeded to 
India as one of the supervising engineers 
of Merz & McLellan on the electrification 
of the G.I.P.R. suburban lines, and the 
B.B.C.I.R. suburban lines, and the main 
lines of the G.IL.P.R. to Poona and Igat- 
puri. In 1929, when the electrification was 
completed, he joined the G.I.P.R. Trans- 
portation (Operating) Department and held 
appointments as Distribution Engineer and 
Rolling Stock Engineer, before being ap- 
pointed Traction Superintendent and later 


nationalisation of the railways in 1948 he 
was appointed Chief Electrical Engineer to 
the Railway Executive. He is a Member 
of the Institution of Mechanical Engineers, 
Member of Council of the Institution of 
Electrical Engineers, Associate Member of 
the Institution of Engineers, Australia, and 
Vice-President of the Institution of Loco- 
motive Engineers. 


Mr. Leonard H. Short, M.C., M.LE.E.. 
M.Inst.T., Chief of Administration of the 
Traction Department, The English Electric 
Co. Ltd., has been appointed Deputy 
General Export Manager of the company 
as from October 1. He has for some time 
been fulfilling two functions within the 
company, that of being responsible for cer- 
tain specific export fields of the company's 
overseas activities, together with that of 
Chief of Administration of ‘he Traction 
Department. To enable him to give his 
whole time to the company’s expanding 
export markets, he is relinquishing the Ad- 


Appointed Deputy General Export Manager, 
The English Electric Co. Ltd. 


Electric Co. Ltd. as a pupil apprentice. He 
specialised early in the electrification of 
railways, and joined the railway section in 
London, in 1923. From 1927 to 1929, Mr. 
Short was Resident Engineer for his com- 
pany’s electrification contracts on the 
Great Indian Peninsula Railway, Bombay. 
After returning to England, he was ap- 
pointed Deputy Manager and Chief Engi- 
neer Traction Department, and made ex- 
tensive tours in the British Empire and 
foreign countries, dealing with the electrifi- 
cation of railway and road services. In 
1940-41, he visited South Africa as a mem- 
ber of the Willingdon Mission reporting on 
electrical industry in the countries visited, 
and in 1942 he was a member of the Ad- 
visory Committee to the Ministry of In- 
formation, on South America. In 1943, 
Mr. Short visited Portugal and initiated the 
negotiations for hydro-electric work, in 
which The English Electric Co. Ltd. and 
the Metropolitan-Vickers Electrical Co. 
Ltd. are jointly interested. 
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New Coaching Stock for the “ Powhatan Arrow ” 
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Interior views of lightweight stock for the steam-hauled crack express of the Norfolk & Western Railway, U.S.A. 
Above: Lounge car with individual armchairs Below : Day coach with rotating and reclining-type seats 
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ABSTRACTS OF RECENT PATENTS* 


No. 580,356. Rail Joints 
Thalea, S. A., of Glarus, Switzerland. 
(Convention date: September 9, 1943.) 
On each side of each abutting rail 1, 
2 there is a rigid plate 3, 4 having re- 
cesses in its inner face which receive semi- 
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cylindrical blocks 5, 6 having flat faces 
engaging above and below the lower rail 
flange. and which are wedged tightly on 
to this flange, owing to the inclined faces 
of the latter, when the two plates 3, 4 are 
drawn together by bolts 7. This arrange 
ment permits longitudinal movement of 
the rails under expansion but prevents any 
tendency to relative vertical displacement 
between the two abutting ends of the rails, 
thereby giving smoother running and a 
much longer lasting joint. 


No. 580,637. Brake Mechanism 

The London & North Eastern Railway 
Company, of Marylebone Station, London 
N.W., and H. J. Williams, of 20, Lees 
Road, Bramhall. (Application date: July 
17, 1944.) 

The invention provides an improved 
form of wagon brake mechanism which 
can be applied rapidly without pinning 
down and which is so placed as to be pro- 
tected from damage and weather. The 
brake blocks 1, 2 are supported on swing 
arms 3. 4 and are actuated through rods 
5, 6 from levers on a cross shaft 7. This 
carries a lever 8 having a toothed upper 


the lever 8 allowing this. It then trips the 
ratchet by engaging a bellcrank 13 which 
lifts the ratchet and allows the brakes to 
be pulled off by a spring 14. 


No. 580,512. Passenger Coaches 

M etropolitan-Cammell Carriage & Wagon 
Co. Ltd., of Metropolitan Road, Saltley, 
Birmingham, and W. S. Graff-Baker, of 
“ Denver,” Bulstrode Way, Gerrard’s 
Cross. (Application date: September 5, 
1944.) 

This coach provides a seating arrange- 
ment which gives easy entry and exit 
under crowded conditions. The coach is 
divided into three compartments by parti- 
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tions | backing on to which there is a 
seat 2 for four and which carries a swing 
door 3 at one end so as to form a direct 
corridor along that side of the coach. 
Each compartment has two pairs of back- 
to-back seats for three, 4, centrally placed 
so as to allow a free passage at each end 
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deposition of zinc, so that in use lubricant 
can be exuded only in the immediate 
vicinity of the working surfaces. 


No. 578,689. Cooling Engine Oil 

Coventry Climax Engines Limited and 
L. Hathaway, both of 16, Friars Road, 
Coventry. (Application date: January 31, 
1945.) 

The wall of the engine crankcase against 
which lubricating oil is thrown by the 
crankshaft is formed mainly by a compara- 
tively thin metal plate having air ducts 
formed on its outer face, and air is drawn 
through these ducts by the induction sys- 
tem or by a separate blower. The oil is 
thus continuously cooled on coming into 
contact with the metal plate. 








No. 580,619. 
Crossley Brothers Limited and H. D. 
Carter, both of Openshaw, Manchester. 
(Application date: July 10, 1944.) 
In order to avoid the use of numerous 
oil pipes, manifolds, and unions for dis- 
tributing lubricating oil in an engine, the 


Lubricating LC. Engines 


























end which engages a ratchet member 9 
pivoted at its right-hand end. A slotted 
push-pull rod 10 engages the lever 8 and is 
moved to the left to apply the brakes and 
vice versa, this being done through bell 
cranks 11, 12 by operating levers which 
project transversely outwards at each end 
of the wagon. When the brakes are 
applied, the rod 10 moves lever 8 anti- 
clockwise and it is held in its applied posi- 
tion by the ratchet 9. To release the 
brakes, the rod 10 is moved to the right, 
by the operating lever, beyond the posi- 
tion it originally occupied, the slot around 


These abridgments of recently published speci- 
fications are specially compiled for The Railway 
Gazette. by permission of the Controller of His 
Majesty’s Stationery Office Full specifications can 
be obtained from the Patent Office, 25, Southampton 
Buildings, London, W.C.2, price Is. each 


to sliding doors 5. Seats at the extreme 
ends of the coach may be either for five, 
the full width of the coach, or for four 
with a central communication door 6. 


No. 580,039. Ball and Roller Bearings 

Fischer Bearings Co. Ltd., of Upper 
Villiers Street, Wolverhampton, and C. E. 
Marshall, of 87, Goldthorn Hill, Wolver- 
hampton. (Application date: July 31, 
1945.) 

The cages for self-lubricating ball or 
roller bearings are made of sintered pow 
dered metal, such as brass, copper or zinc, 
so as to have a porous nature, and are 
impregnated with lubricant under a 
vacuum. All surfaces of the cage which 
do not come into contact with the balls 
or rollers are finally sealed by electro- 


R.6. 580,637/44 


sump body is cast with a longitudinal duct 
which serves as a manifold and which 
leads to vertical ducts communicating with 
the crankshaft bearings, etc. Suitable 
cover plates for cleaning are incorporated. 
Filters and pressure regulator valves are 
bolted directly on to the casting. 


Complete Specifications Accepted 

580,132. Tecalemit Limited and le 
Claire, C. C. S. Oil filter. 

580,211. Murray, W. 
shafts 

580,306. Shorter. L. J. and Singer 
Motors Limited. Lubricating I.-C. engines. 

580,543. Croucher, A. H. and Hills, 
W. D. Piston for reciprocating pumps. 


Oil seals — for 
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Stockholm Underground Progress 


Extensive reconstruction works will enable an existing 
subway to be incorporated as part of the new system 


In connection with the construction of 
the Stockholm underground which formed 
the subject of an article in our issue 
of January 21, 1949, it is necessary to recon- 
struct the existing tramway tunnel between 
Ringviigen and Slussen w hich is to become 
part of the new underground railway. This 
tunnel was originally used by ordinary 
tramears, and later by an improved type 
of suburban tramcar. South of the tunnel 


section, these cars, which formed trains 
consisting of motor car and one or two 
trailers, ran over the Orby Line. The 


traction current, taken from an overhead 


was 650 volt. 


wire, 

fhe new underground trains will all be 
motor cars of the following dimensions: 
length 57 ft. 10 in., width 9 ft. 2 in., and 
height 12 ft. The cars will have two 
driving positions, but will normally form 
four-car units, with eight-car trains at peak 


hours. Each car will have 52 seats. The 
current voltage will continue to be 650 volt. 
but conductor rails instead of overhead 
wires will be used. As the line is to be 
extended beyond the present inner terminus 

Slussen, and the trains have driving posi 
tions at each end, the terminal loop at 
Slussen has been abandoned. At the same 
time, the platforms of the existing under- 
ground stations at Ringviigen, Medborgar 
pludsen and Slussen had to be lengthened 


from 197 ft. to 475 ft. and heightened from 
12: in. to 393 in. above the rail top, to 
give comfortable access to the cars. 

\ brief report of necessary engineering 
works is given in Teknisk Tidskrift of 
June 24, 1950. To allow of rapid recon 


struction the tunnel was closed during July 
ind August, 1949, except for the southern 
end of Ringviigen station where, as a tem- 
porary arrangement, a reduced service of 
double-ended motor-trailer-motor units of 
the Angby Line was operated, connecting 
with a special bus service to Slussen. 


Station Alterations 

\t the northern end of Ringvigen Station 
MN Was necessary to replace part of the con- 
verging western tunnel wall and roof to 
extend the island platform to the required 
length of 475 ft. Most of the new western 
wall could be cast in an open trench beside 
the existing curved wall, and a number of 
roof beams were extended by welding to 
bridge the increased span. On the remain- 
der of the section the entire structure on 
the west side of the tunnel had to be 
removed. Provision was also made for the 
future construction of a major air raid 
shelter, with direct access to the platform. 

The new extended and raised platform 
has the same width, 23 ft., as the old plat- 
form and consists of reinforced concrete 
slabs 11 ft. 6 in. in length and 3 ft. 34 in. 
wide, resting on longitudinal steel girders. 

Work at the intermediate station, Med- 
borgarpladsen, was much greater. There, 
the tunnel is mostly cut into bedrock, and 
the widening for the platform extension 
proved difficult. With the increased size of 
the tunnel vault, it was necessary to support 
the crown rock by vaults of reinforced con- 
crete before even single-line traffic could be 
resumed. Apart from being enlarged, the 
new platforms will have improved connec- 
tions with the booking hall by staircase and 
escalator. The booking hall in turn will 
have a direct subway connection with the 
vestibule of a new hotel, built on the oppo- 
Site side of the road. 


The platform will have a false ceiling, 
suspended from the roof proper, and the 
platform edges will be lit vertically by 
fluorescent lighting. 

At Slussen the work is temporary in 
character in view of the forthcoming exten- 
sion of the line towards the city centre and 
its eventual connection with the northern 
section of the underground line, at present 
under construction. The extension of the 
underground beyond Slussen is closely con- 
nected with the proposed slewing of the 
adjacent main line which will be diverted 
to a new and improved alignment, whilst 
the underground railway from Slussen will 
use a section of the existing main line 
tunnel and the adjoining bridge over the 
Soderstrom. 

To begin with, only one of the two new 
platforms at Slussen will be built and one 
of the existing platforms retained. 


Stafi & Labour Matters 
Railway Wage Claims 

At the meeting on August 25 between 
the Railway Executive and the N.U.R. the 
union submitted ils application for a 10 
per cent. increase in the rates of pay of 
railway salaried and conciliation staff as 
they will operate from the commencement 
of September, 1950. The Railway Execu- 
live represeniatives said they would give 
consideration to the arguments for the 
claim, and that another meeting would be 
irranged shorily at which the Executive's 
reply would be given. 

The Railway Executive has now heard 
the claims from the three railway trade 
unions and has indicated that replies will 


be given shortly in evidence. 
The employees’ side of the Railway 
Workshop Supervisory Stafi National 


Council has also submitted a claim for an 


increase of 73 per cent. in workshop 
supervisors’ salaries. This is in addition 
to the claim, submitted some time ago, 
that staff coming within the Railway 


Workshop Supervisors’ Agreement shall 
be given a minimum classification which 
will provide a differential of not less than 
£50 a year above the earnings of the 
highest paid man supervised. Discussions 
on the latter claim have already taken 
place at the Railway Workshop Super- 
visors’ National Council and the matter is 
still under consideration. 


Engineers’ Pay Dispute 

Negotiations are to be re-opened imme- 
diately on the engineers’ wage claim as the 
result of new proposals which the Engi- 
neering and Allied Em; nloyers’ Federation 
has put forward as a basis for settling the 
dispute. It is understood that the em- 
ployers have agreed in principle to wage 
increases for lower-paid workers, and to 
adjustments in piece-work earnings for 
some skilled operatives. The amount of 
the increases has not yet been agrecd. 

The employers’ main proposal is to 
establish a minimum wage for hourly-paid 
workers, consolidating basic rates and the 
present national bonus of 4ls. per week. 
Ihe present basic time rates are 66s. a 
week for skilled workers, and Sls. for un- 
skilled workers. plus the national bonus 
of 41s. The new consolidated time rates 
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will provide wage increases. It is not pro- 
posed to alter the basic rates for piece 
workers, but the piece-work bonus will be 
improved; the latter is now 27} per cent. 
of the basic rate. It is also proposed that 
the national bonus of 33s. a week shall 


be altered to 9d. an hour. 

Mr. Brotherton, President of the 
C.S.E.U., has stated that present differ- 
ences between. skilled and _ unskilled 


workers would be maintained and district 
differentials would remain as at present. 
The new consolidated minimum wage for 
time-workers wouid be used as the basis 
for calculating piece workers’ holiday pay, 
Overtime, and night-shift earnings. Except 
for these benefits, workers on the highest 
rate of earnings will not receive any 
immediate advances. The employers 
would not consider any proposals for a 
general all-round flat rate increase. 

At the annual C.S.E.U. conference on 
August 24, it was decided to give nctice to 
end the conciliation machinery in the 
engineering industry ard to insist upon 
the conclusion of negotiations for a new 
Wage structure for the industry. 


French Winter Passenger 
Services 


Inauguration of electrification between 
Paris and Laroche on October 8, to coincide 
with the introduction of the French 
National Railways winter timetable, in- 
volves electric traction over the whole of 
the 196 miles from Paris to Dijon, and 
acceleration of all trains over this section 
of the South Eastern Region main line. 


The “Simplon-Orient™ and = “ Paris- 
Rome ™ expresses are accelerated by up to 
25 min. as between Paris Lyon and the 
frontiers, being allowed 190 and 192 min. 
respectively eastbound to Dijon. The 
‘Blue Train” will reach Nice in 13 hr., 
or at an average speed including stops of 


over 52 m.p.h. The “ Mistral,” the day 
rapide from Paris to Marseilles, will cover 
the 536 miles in 8 hr. 56 min. southbound, 
being allowed 164 min. from Paris to Dijon; 
a railear connection with this train onwards 
from Marseilles reduces the time to Nice, 
some 676 miles, to 11 hr. 40 min. The draft 
timetable also provides for replacement of 
the Paris-Lyons railcars, which now cover 
the 318 miles in 295 min. non-stop each way, 
will be replaced by a pair of rapides, first, 


second, and third class, which are allowed 
306 and 315 min. south and northbound 
respectively, with stops at Dijon and 


Chalon-sur-Sa6ne; on the southbound run 
152 min. are allowed to Dijon, or an aver- 
age speed of over 77 m.p.h. with electric 
traction. Augmented steam motive power 
will permit of heavier loads south of Dijon, 
which will reduce the necessity for duplica- 
tion at peak traffic periods. 

In the Eastern Region, the chief feature 
is reduction of the time by railcar between 
Paris and Basle, about 326 miles, from 325 
to 320 min. each way, and conveyance of 
third class passengers by these services. In 
the Northern Region, the * Nord Express ” 
will leave 20 min. later from, and arrive 
30 min. earlier at Paris Nord, as the result 
of ponent we over the German Federal 
Railways. Acceleration between Brussels 
and Amsterdam will reduce the time be- 
tween Paris and the chief Dutch cities by 
30 min. Finally, as regards the Western 
Region, the journey time between Paris and 
London via Dieppe will be reduced by 
18 min., due partly to acceleration on 
British Railways, Southern Region, between 
Newhaven and London. 
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Crown Agents for the Colonies 


A SSISTANT WHARF SUPERINTENDENT re- 
quired by Government of Nigeria for the 
Railway Department for one tour of 18-24 months 
in first instance with prospect of pensionable employ- 
ment Commencing salary, according to qualifica- 
tions and experience, in scale £711 rising to £1,290 
a year (including expatriation pay and temporary 
non-pensionable increase at present payable) Out- 
fit allowance £60. Free passages for officer and wife 
and assistance towards cost of childrens passages 
Liberal leave on full salary Candidates, between 
30 and 3S years of age. must have considerable 
experience in dock traffic operation and have quali- 
fications in, or be thoroughly acquainted with, Port 
Administration and Organisation at a modern port 
Operational knowledge of method in clearance of 
goods and passengers’ baggage by rail, road and 
sea essential, also of reception into and clearance 
of goods from Dock Transit Sheds and Warehouses 
They must have intimate knowledge of documenta- 
tion and be able to instruct and demonstrate correct 
usage of goods handling methods and mechanical 
appliances Apply at once by letter, stating age, ful 
names in block letters, whether married or single 
and full particulars of qualifications and experience 
and mentioning this paper to the CROWN AGENTS 
FOR THE COoLontes, 4, Millbank, London, S.W 1 
quoting M/N/26868/3E on both letter and envelope 
The Crown Agents cannot undertake to acknowledgc 
all applications, and will communicate only) with 
applicants sclected for further consideration 


Notes and News 


The Grand Canal Company of Ireland. 

The winding-up meeting of the Grand 
Canal Company of Ireland took place in 
Dublin on August 24. The company was 
nationalised on June | last under the pro- 
visions of the Irish Transport Act and is 
now under the direction of the new Trans 
port Board. It was incorporated almost 
i80 years ago and began business by levy- 
ing tolls on barge owners Operating on its 
waters. It was the first canal undertaking 
in the British Isles to operate power 
barges, which it introduced in 1926. The 
original cost of the enterprise was about 
£2.000.000 and in 1848 the capital was 
reduced to £700.000. The concern at 


present operates, in addition to branch 
canals, some 350 miles of trunk water- 
ways. including 123 miles on the river 
Shannon. 


Transport Course at Ashridge College.— 
An alteration has been made in the pro 
gramme for the weekend course on 
Transport Problems ” at Ashridge Col- 
lege. from Friday, September 8, te Mon- 
day, September I1, arranged in conjunc- 
tion with the Institute of Transport. The 
lecture on the British Transport Com- 
mission will now be given by Mr. Miles 
Beevor. Chief Secretary. British Transport 
Commission. Previous teference to the 
course was made in cur July 21 issue. 
B.T.C. Police Competition.—Police of the 
British Transport Commission will com- 
pete for the championship Trophy pre- 
sented by the St. John Ambulance Asso- 
ciation at the second annual first aid com 
petition for the B.T.C. Police at the 
Borough Polytechnic. Borough Road, 
London, S.E.1, on Thursday, Septem- 
ber 14. The competitions begin at 1.30 
p.m. and the challenge trophies and prizes 
will be presented at 4.15 p.m. by Lord 
Hurcomb, Chairman of the British Trans- 
port Commission. Six teams, one from 
each of the police areas, will compete 
as finalists and preliminary contests are 
still in progress. 
Labour Turnover Analysis.—That small 
concerns are likely to lower labour turn- 
Over rates because of a more _ personal 
relationship between management and 
worker, is shown to be untrue in the second 
labour turnover analysis. for the period 
July to December, 1949, issued by the 
British Institute of Management. The 
analysis covers 227 establishments (of 
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OFFICIAL NOTICES 


ITUATION VACANT.—District Traffic Superin- 

tendent. Salary £1,000 per annum. Knowledge 

of Spanish — essential Apply to Secretary, THE 

PERUVIAN CORPORATION LIMITED, 144, Leadenhall! 
Street, London, E.C.3 


CAZETT 


F ACTORY possessing machine tools to the value of 

£1,000,000 is desirous of selling entire plant 
Machines of all types offered Only enquiries for 
specific machines required to Box 824. The Railway 
Gazette, 33, Tothill Street, London, S.W.1 


am ATION VACANT ENGINEERING ASSIS- 
A 


T, Permanent Way Department, Central 
pelle Peru Salary from £1,000 per annum 
Knowledge of Spanish essential Apply to Secretary 


THE PERUVIAN CorpoRATION, LiMiTED, 144, Leaden- 
hall Street, London, E.C.3 


G LOSSARY OF WOOD A technical dictionary 

for all associated with timber and its uses 
Ten thousand terms about timber—the common and 
the littke known, the old and the new Ten thousand 
definitions covering the entire field of timber and its 
uses—growth, marketing, utilisation The commer- 
cial timbers, their qualities and uses, tools and wood- 
working equipment are a nere explained simply, 
concisely and accurately lustrated by many clear 
line drawings Price 21s. net Bypost 21s. 9d 
Tothill Press Limited, 33, Tothill Street, London, 

W.1 





which two were in the “transport and 
communications group), employing in 
all some 303.000 persons. <A_ high pro- 
portion of male workers resigned for 
“works reasons,” Le. remunerations, 
hours, conditions, relationship with super- 
visors or fellow workers, and so on. The 
undertakings which co-operat ted in this re- 
search are not ail the same as in the 
analysis for the preceding h Tivoli men- 
tioned in our December 30, 1949, issue. 


Assistant Wharf Superintendent Required. 

An assistant wharf superintendent. 
between 30 and 35 years of age, is re- 
quired by the Governmcnt of Nigeria for 
the railway department for one tour of 18 
to 24 months in first instance, with prospect 
of pensionable employment. See Official 
Notices on this page 


Record Coal Board Surplus.—A_ surplus 
of £5,600.011 was recorded by the National 
Coal Board in the first three months of 
this year, after deductions had been made 
for compensation, interest, and profits 
tax. The accounts show that the working 
profits from collieries were £9.953.011 
in the first quarter of 1950 as compared 
with £9,443,231 in the previous quarter. 
The latest figure is the highest yet recorded 
and is equivalent to about 3s. 94d. for 
every saleable ton produced. The esti- 
mated profits from ancillary undertakings 
in the first quarter were £660.000.  Pro- 
duction costs at collieries were more than 
£2.000.000 lower than in the previous 
quarter because of reductions under all 
headings except consumption of coal and 
power. 


Tata-Indian Government Partrership.—A 
report from New Delhi states that the 
Government of India is to enter into 
partnership shortly with the Tata Loco 
motive & Engineering Company for the 
manufacture of locomotives and_ boilers 
for the Indian railways. Manufacture of 
locomotives in the Tata workshops has 
already reached an advanced stage. The 
present capital of the comoany is about 
Rs.20 million. Last year the Indian 
Government had proposed to advance a 
loan of Rs.20 million to the company, 
which has not, however, paid. Now, the 
Government has decided to subscribe 5 per 
cent. cumulative preference shares of the 
company tc the value of Rs.20 million. 


Special Trains for York Races.—For the 
York race meeting in August 22 special 
trains ran into York during the three-day 


September 1, 1950 


M: ACHINE TOOLS ex-stock for immedia de. 
livery: —New Colchester 8iin. » 6 ft 


tw 
centres Gap Bed Lathe. New Harrison 7 in Ott 
Centre Lathe. New Myford 34 in. Light Duty Bench 
Lathe. New Victoria Universal Miller, 40 (9. x 
10} in. table ChurchiJl HBA Internal G: inder 
Craven Rigid Manufacturing Miller, 12 in 9 in 
table. Adcock & Shipley No. 3 Horizontal \iller 
12 in. x 50 in. table 1} in. Footburte Automatic 
Wickman 4 mm. Automatic, complete with bar feed 
New Churchill 6 in, x 34 in. Plain Grinder New 
Orcutt Spline Grinder New Aarhus Cra: kshaft 
Grinder All the above machines are motoris and 
can be inspected at MODERN MACHINE TOOLS | ITED 


Maudslay Road, Coventry Telephone: 2132 


RAILWAY MAINTENANCE PROBLEMS By 
H. A. Hull (late District Engineer, L.MSR,) 


Valuable information With much sound advice 
upon the upkeep of permanent way Cloth s+ in 
by 5} in 82 pp Diagrams. 5s By post 3d 
The Railway Gazette, 33 Tothill Street, London, 
SW 
ia ht tt OF RAILWAY OFFICIA 
YEAR BOOK A useful reference book for 
railway officers, engineering firms, and all do 
ienincen with railways The only Director ch 
enables one to find the right railway and ¢ ght 
officer at the right moment Issued J i ir 





Price 30s. net Tothill Press Limited 
Street London, S.W.1 


fixture. These came from Alfreton and 
Chesterfield in Derbyshire. Darlington. 
Newcastle, Leeds. Barnsley. Castleford, 
Hull, Sunderland, and Ecclesfield. nea 
Sheffield. On August 24. when the ‘neet- 


ing ended, an additional dining ca 
express was put on from York to kings 
Cross for racegoers, lecving York at 


6 p.m. and stopping at Doncaste 
Grantham, and Peterborough. arriving 


Kings Cross 10 p.m. 


Ransome & Marles Bearing Co. Ltd.— 
After allowing £103.648 for depreciation 
and £285,000 for taxation. the net profits 
of Ransome & Marles Bearing Co. Ltd 
for the year ended June 30 last, amounted 
to £309,859, compared with £300.487 in 
the previous year. A sum of £150,000 
was placed to general reserve, £42.488 to 
tax reserve. and £10,000 to pension fund 
trustees. A final ordinary dividend of 12} 
per cent. is recommended. which again 
makes a total of 20 per cent. for the vear. 
with a bonus of 5 per cent. 


Tank Locomotives for Nigeria.—Ihe 
Hunslet Engine Co. Ltd. is in course of 
delivering six 484-ton 0-8-0 tank locomo- 
tives to the Nigerian Railway for heavy 
shunting and short-distance freight and 
passenger service. The cylinders are 18 in 
by 23 in.. wheels 42} in. dia., boiler pres- 
sure 180 Ib. per sq. in., and tractive effort 
at 75 per cent, boiler pressure 23.500 Ib 
The maximum axle load is 124 tons 


Proportions of British Locomotives.—In 
our issue of August 18, containing the first 
part of an article by Mr. E. C. Poultney. 
on page 179, dealing with the above sub- 
ject, the formula denoting the h.p._ per 


sq. ft. of heating surface should have 
en ae Sy 3 | of ith oY 
ead: S 375 instead of 5 375° 


Forthcoming Meetings 


September 1 (Fri.).—Scottish Society of 
Students of the Locomotive at the 
Board Room, 302, Buchanan Street. 
Glasgow, C.2, at 7.30 p.m. * The 
Balancing of Locomotives.” Mr. A. 
Maurice Roth, B.Sc. 

September 2 (Sat.) and 3 (Sui.).—Royal 
Engineers (Transportation) Public 
Day and Reunion, at the Transporta- 
tion Centre, Royal Engineers, Long- 
moor Camp, Liss, Hants. 
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